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CAPT DAG GRANTHAM
61 FS
Luke AFB AZ

“One-point-seven, one-point-six, one-
point-five... Brag, FIGHT’S ON!” One of the
greatest peacetime radio calls a fighter pilot
will ever hear or say.

It was a gorgeous day in the Republic of
Korea (ROK) and | had just received that
exact radio call from Brag 02, my wingman.
I was the defensive fighter on what | figured
would be our last set for the day. | immedi-
ately rolled and put my lift vector directly in
my wingman’s face. | decided to see some
out-of-plane offensive maneuvering, so |
pulled through a split-S to find him driving
to where my turn circle had been just sec-
onds before. We made a right-to-right pass,
and he was level-to-slightly-descending as
he roared by my right wing 4500 feet away.

After watching him rotate towards me, |
knew he was going to drive around my six
o’clock position and end up just off my left
side at seven to eight o’clock. With just
enough energy to make it over the top, |
pulled the jet into a barrel roll to the left to
maneuver in behind him. | took my eyes off
him to start the maneuver, planning to reac-
quire him as | reached the inverted portion
of my barrel roll. Sure enough, | picked him
up low and left of my wingtip AIM-9
Sidewinder as | pulled through the vertical.

“Wonder how he’ll react to this,” |
thought as | pulled him to my Heads-Up-
Display (HUD). It was then | realized he
wasn’t reacting—something was wrong.

Continuation Training BFM, it’s Friday,
and the weather is actually clear and a mil-
lion (unheard of in the ROK). Oh, did | men-
tion it was a double turn? My wingman and
I were scheduled to blast off, fly a sortie of
2v2 Air Combat Maneuvering (ACM) with
another flight, hit the flows for some gas,
and then off again for some 1v1 BFM. | had-
n’'t flown pure BFM in a few months and
with an impending assignment back to the
Fighter Training Unit (FTU) at Luke AFB to
teach new F-16 pilots, | was looking forward
to scraping the rust off my BFM skills. The
other flight lead briefed the specifics for the
ACM sortie and then my wingman and | got
together and ran through a quick brief on
how we were going to execute our second
sortie. The plan was for me to get three sets
as the offensive fighter with a limited thrust
bandit, and then give my wingman the
remaining sets as the offensive fighter with
a more advanced adversary. | briefed my
“motherhood” with the following emphasis

on G-Awareness:

“Anti-G Straining Maneuver—
Standard—expect a 90/180 for air-to-air
purposes.” Per AFI 11-114, we needed to get
at least one 90° turn and one 180° turn under
high G to prepare ourselves mentally and
physically for the impending G-load during
BFM. We usually defaulted to two 90° turns
for our G-awareness prior to the tactical por-
tion of our standard air-to-ground sorties
due to our LANTIRN mission, so | empha-
sized the fact that a 90/180 would be need-
ed instead.

After briefing, we put on our flight gear
and stepped on time with the other flight. It
is squadron policy to wear the Combat Edge
vest as well as the survival vest on all sor-
ties. | was munching on a Power Bar and
trying to finish a liter of water as | got off the
pilot van at my aircraft. | knew how hot it
was outside, and with a double turn run-
ning over the lunch hour | was anxious to
get some energy in my gut and fill up on
water so as not to get dehydrated. The short
walk-around was extremely hot with the
full complement of Life Support Gear; how-
ever, the extra water | drank during the ride
to the jet was helping me stay cool.

Start, taxi, takeoff and flight to the area for
the first mission were uneventful. The other
two-ship flight leader had the lead of both
formations and directed two 180° G-aware-
ness turns. After we were set up, we accom-
plished five 2v2 short-range ACM engage-
ments with relatively little time spent at G
higher than 6.5 due to the quick terminates.
Both wingmen were performing well as
supporting fighters, so the engagements did
not last long. After a “bingo” call from my
wingman, we departed the airspace and
flew an uneventful formation landing. A
top-off in the flows, and we were off again
to get in our 1v1 BFM time. We had to cruise
to an area that was a bit farther away this
time, so | was preparing myself to start the
fights as expeditiously as possible to maxi-
mize training.

Area entry and the G-awareness maneu-
ver were uneventful and as briefed. After
both calling ready, we began the art that is
BFM. The first three sets were uneventful
except for my flagrant abuse of standard
BFM principles—"Fly to the elbow, not the
wrist,” | shouted in my mask as we rolled
and tumbled through the sky. During his
three engagements as the bandit, | limited
him to a 90° turn in afterburner before being
thrust-limited the rest of the fight. This
resulted in him maintaining a relatively low

continued on next page
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As he started
to enter the
turn circle,
he got the
tunnel vision
effect from
not being on
top of his G-
strain...
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constant G over the duration of several
fights. My wingman hadn’t pulled exces-
sively high G, but he was getting worn
down. | had spent my time on offense long
enough, so | told him the next set would be
his as we reset the formation after the third
terminate call. We both climbed to the initial
BFM starting parameters for a 9000-foot
perch setup:

Altitude—15,000 +/- 500 ft

Formation—Line abreast, 3000 ft plus

the perch (12,000 ft for this engagement)

Airspeed—425 kts +/- 25 kts at

“Fight’s on”

I directed him to turn towards me as | sub-
sequently turned away from him. With the
Radar Warning Receiver chirping in my
ears, | turned back into him, picked him up
visually, and listened for him to count down
the ranges and call “Fight’s on!”

“One-point-seven, one-point-six, one-
point-five... Brag, FIGHT’S ON!”

It was then that | realized he wasn’t react-
ing. He should have been planting his lift
vector in my face and closing the range
between our aircraft. Instead, he was accel-
erating away from me in a slightly descend-
ing flight path. He was at 11,000 feet and |
was above him at 13,000. | immediately
called for a radio check, but didn’t give him
any time to answer, because | already
knew—he had GLOC’d, and was just a pas-
senger in a fighter that was accelerating
downhill at about 10 degrees nose low. I
called for a check again and began using his
flying callsign, “Brag 2, radio check.” With
my slow speed over the top, | was rapidly
being left behind due to his acceleration. |
screamed into the microphone for him to
answer, and then switched to his squadron
nickname as | changed the emphasis from
responding verbally to just pulling up—
”(Nickname), pull up.” | was unsure how
high he was above the water due to the clear
day and low wave height. He got almost 1.5
miles in front of me, still going downhill,
when | saw the contrails coming off his wing
roots—indicative of G on the aircraft at high
speed.

At this point he responded that he was
pulling up and we knocked off the engage-
ment. | began giving him vectors to base,
directed him to go on 100% oxygen, and
rejoined on his wing. Once we both
calmed down a bit, we declared an emer-
gency and | dropped him off from a
straight-in before going around for my
own uneventful landing.

Upon review of his tapes, we discovered

he had GLOC’d after making two good
decisions and one poor one. As he started to
enter the turn circle, he got the tunnel vision
effect from not being on top of his G-strain,
so he released some G to get on top of it. As
he started pulling again, he repeated the
same sequence of events after getting tunnel
vision a second time. At this point, he real-
ized how much of an advantage he was giv-
ing me and decided to pull hard to get back
into the fight. This last pull overshot his cur-
rent G-strain and he GLOC’d. He was out
for a total of 17 seconds, and when he came
to and pulled, he bottomed out at 5500 feet
above the ocean while going 630 KCAS! If
he had been just a few more degrees nose
low, he may have hit the water before those
17 seconds expired.

The effects of G and the need for an effec-
tive G-strain are things we brief before every
sortie. It’s that important in 9 G-or-more-
capable fighters. Education and training
begins at pilot training, extends into
Introduction to Fighter Fundamentals (IFF),
and on into FTU. By the time a pilot is oper-
ational, countless hours have been spent
learning how to fly and fight under G. So,
how did my wingman GLOC? There are
multiple variables that affect one’s G toler-
ance. Some examples are improperly fitted
life support equipment, dehydration, lack of
high-G sorties in a night squadron, and
fatigue after 1.5 high-G sorties.

The lesson re-learned from this GLOC
incident is to recognize when your abilities
to operate under G are being taxed to their
limit. After two attempts at pulling high G
and having to come off your fight game plan
due to problems with G-tolerance, reassess
your ability to fight at that moment. Call for
a “knock-it-off” and reset the engagement or
try a less G-intensive setup. Also, recheck
your life support gear for proper function.

The key word in this incident is training.
Use the training you have received to oper-
ate under G effectively. Train to recognize
warning signs to your G tolerance on any
given day. And, finally, realize we are
engaged in training each day we fly—not
combat. Since it is training, we can afford to
bring it home and fly again another day.
Check six. #



CAPT CHRIS PIRKL, USAF
VAQ-134

| The sortie was uninteresting until we

returned to the pattern. It was a beautiful
VFR day, the sun was shining and the
winds, which are frequently strong at
Cannon, were light. Both runways were
open and we began to knock out a few sim-
ulated emergency approaches when the
unexpected happened—an F-111F blew a
tire on landing, strewing rubber debris
through the intersection of the airfield’s two
runways, temporarily closing them both.

Nothing to worry about. We still had 4000
pounds of fuel, about 800 above required for
our closest divert base, Reese AFB. We con-
tacted the SOF (Supervisor of Flying—he’s a
pilot or navigator in the tower who acts as a
liaison with ATC during emergencies), and
told him our fuel state. He told us that he
expected to have a runway open in about 15
minutes. We decided not to divert yet, as we
expected to still have 3200 pounds when the
runway was to reopen. We stayed in the
radar pattern, waiting to hear an update on
the field status, burning gas.

We contacted the SOF again at the ETA he
gave us for field reopening. Still no good
news. Debris removal was taking a little
longer than expected—it would be another
five minutes. In our jet, we decided that
we’d be better off hanging out in the pattern
at Cannon for a few extra minutes than
diverting. So we waited. We contacted the
SOF again after the prescribed five min-
utes—still not open. We advised the SOF
that we were now below Reese divert fuel.
We continued to hold with radar approach
as the final remnants of the blown tire were
cleaned up.

At this point we were committed to
Cannon no matter how long debris cleanup
took. The five minute delay turned into 20
before the field was finally open—a full 35
minutes after the tire was blown. At this
point we were at 1700 pounds and at 20
DME outbound with approach control. We
finally turned inbound for a normal landing

USAF Photo by SSgt Andrew N. Dunaway, Il

and touched down with around 1400
pounds—somewhere around 15 minutes of
usable fuel.

We never should have stayed at Cannon
with a promise that the field would be open-
ing soon. When we hit our 3200 pound
divert fuel the runways were still closed.
End of story. That should have been all the
information required to make the correct
decision.

No one ever wants to take a jet away from
the “home drome.” Fueling problems, start
carts and crew duty day restrictions are just
a few of the problems one can expect. But
these are all insignificant reasons compared
to the possibility of “giving one back to the
taxpayers” because of fuel starvation. It’'s a
simple lesson, one that has probably been
learned the hard way many more times than
necessary—WHEN YOU HIT YOUR
DIVERT FUEL, DIVERT! »-

(Capt Pirkl is a former EF-111 WSO now serving as an
ECMO in VAQ-134, a US Navy Expeditionary EA-6B
squadron.)

Debris
removal
was taking
a little
longer than
expected—
it would be
another five
minutes.

May 2000 ¢ FLYING SAFETY 7



8 FLYING SAFETY e May 2000

Anonymous

The Mission

The last night mission of the “season” was
briefed as a fight-tank-fight Close Air
Support (CAS) mission working with
ground and airborne forward air controllers
(GFACs, AFACSs). We planned ripple 3, high-
altitude dive bomb and high-angle strafe
(HAS). The tools available were night vision
goggles, LUU-1/2 flares, and the air com-
mander’s pointer (ACP). In addition to one
aircraft being loaded with LUU-1/2s, they
had six BDU-33s and 100 rounds of 30mm.

The Time and Place

We launched six A-10s with a 1900L take-
off time for my mission. The target area was
an Army range that offered the traditional
tight airspace with multiple users. The
range itself had multiple operating points
within a one-mile area and, as | found out
later, more than one was occupied.

The Weather
We had a full moon, clear skies and visi-

Photo by SPC. CORY MONTGOMERY, US ARMY

bility in excess of ten miles providing high
illumination for the goggles. Due to takeoff
time, sunset and moon position, visibility
became a factor when facing east or west
due to “sky glow” and goggle gain-down
caused by the moon position (sunset was at
1828L, the moon was 20 degrees above the
horizon at a 094 azimuth). Later in the mis-
sion, the best scene detail was looking from
east to west due to the moon position.

The Scenario

A low threat level allowed us to work
medium altitude. We used a north and
south sector as well as altitude deconfliction
between the AFAC and fighters. The GFAC
passed the target, threat info and restrictions
to the AFAC who arrived first and then
updated us as we checked in. This occurred
at the same time that I, as number two in a
trail formation, padlocked onto the AFAC,
mistaking him for my lead. Moments later,
after | recognized the difference in altitude
between who | thought was lead, and where
I knew he should be (all players were using
normal lighting configurations), | called




“two’s blind.” While trying to acquire lead,
I acknowledged the “contact” target area
and friendly position.

In hindsight, | did this complacently
because | had flown numerous missions in
the same target area and was comfortable
with the references. Although familiar with
the layout, | neither requested nor received
verbal distinction from any other players to
differentiate between a well-lit observation
position (OP) occupied by Army troops and
the covertly lit OP being used by our GFAC.
These two points were approximately 500
meters apart.

Because he took the spare aircraft, the
AFAC did not have the briefed LUU-1 or -2
flares. Not all players completed the prereq-
uisite vision test prior to employing with the
ACP, so it was not used. The bombing por-
tion of the mission was uneventful, the
AFAC marked with BDUs and the GFAC
gave corrections. After expending BDUs we
transitioned to HAS attacks, restricted to a
065-degree run-in. We employed out of a
left-hand wheel, offset to the north, with the
AFAC sectored to the south.

The first strafe target was in the vicinity of
the bombing target and the pass was
uneventful. The AFAC marked the target
with BDUs and the GFACs “sparkled” with
their ACP. We then moved to a second strafe
target, 250 meters to the southwest of the
previous target and east of a dirtball road.
Lead came off dry on his first pass. From my
position | talked his eyes onto what |
thought was the target. After he acknowl-
edged, | was in position to roll in. | pad-
locked on the target off my left, rolled in

USAF Photo by SSgt Jeffrey Allen

with a call “two’s in, target in sight, friend-
lies in sight, wings level,” followed by a
“cleared hot” from the GFAC.

I had the 065-degree run-in heading and a
sparkle in front of me. My picture was
backed up with river position, as all targets
were east of the river. | saw the lights off my
right and thought they were from the
GFACs position. | believed | had positive
target identification. As the gun fired, | was
temporarily blinded. | pulled the pipper
through the target and saw a few sparks.
Confident | had hit the target, 1 was sur-
prised by the resulting call from the GFAC,
who had noticeable concern in his voice. My
bullets actually hit about 400 meters to the
south of the target—approximately 100
meters north of the GFAC! The “knock-it-
off” was accompanied by a large question
mark over my canopy. The GFAC briefed |
hit part of a small bridge and the dirtball
road that used the bridge, with the remain-
der of the bullets walking.

Immediate Reactions

I landed and debriefed with my flight lead
and the AFAC. Such comments as “What
were you thinking?” and “Didn’t you see
this or that?”” were flying around the room—
and rightly so! | believed | might have
caught an intermediate sparkle from the IR
pointer that was short of the target when |1
transitioned from left canopy to a high-
intensity HUD for goggle usage. Maybe the
square shape of the bridge misled me as
well? All discussion was how to correctly ID
targets. The proximity of the GFAC was
debriefed as a close range shot. | kept asking

continued on next page
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“When have
| ever shot
that close to
the friend-
lies, day or
night? What
happened
this time?”

myself, “When have | ever shot that close to
the friendlies, day or night? What happened
this time?”

Upon Further Investigation

During the investigation, | still believed |
just missed the target to the south. So why
the distance concern when they were clearly
in my view at the one or two o’clock posi-
tion? Simple trigonometry told me they
shouldn’t have been a factor. | called the
safety office into the picture and talked with
the weapons and tactics shop. After dis-
cussing the incident with all players, | ques-
tioned my judgment and why the hair on
the back of my neck didn’t sound the usual
alarm. We then called the GFACs to get
everyone’s input. | talked at length with the
NCOIC that night and this is what | learned.

1. The intended target was indeed just
east of the dirtball road and south of the
original strafe target.

2. Five to eight Army vehicles, with
headlights pointed into the impact area,
occupied the OP to the south. This was the
position | identified as the GFAC location.

3. The OP being used by the GFAC
was about 500 meters to the north and
covertly lit.

4, Originally the GFAC had three IR
pointers, however two dead batteries left
one available with no capability to “con-
verge” the beams on a target.

5. Bullet impact was indeed 100
meters from the friendly position.

The discussion led me to conclude | had
shot the wrong target (bad) with misidenti-
fication of friendly locations (potentially
disastrous).

The Chain

e AFAC took a spare aircraft and did not
have the briefed flares.

= ACP was not used because the vision test
requirement was not met by one crewmem-
ber.

= My blind call disrupted the flow of events.
= |llumination was high.

= | had been to this range numerous times
and was comfortable to the point of being
complacent.

= | assumed overt lights marked the friend-
ly location.

= GFAC could only identify the target with
one IR pointer.

= HUD intensity hindered my ability to see
the GFAC’s laser energy continue along the
ground. »
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Safety Center Comments
Maj Kurt J. Saladana, CAF
HQ AFSC A-10 Action Officer

This is the type of article that gets everyone’s
attention because it really happened and shows
just how easily things can go wrong. There
probably isn’t a military aviator alive who has-
n’t been flying along fat, dumb and happy, and
suddenly, to use the politically correct version
of an old metaphor, have everything go canine
testicles.

The question is how do we use our anony-
mous pilot’s experiences to prevent a future
mishap? Well, he or she, by almost taking out a
number of soldiers, learned a lesson by intensi-
ty, probably the most effective technique there
is. The involved person will probably be over-
cautious identifying targets for the next few
missions, and perhaps forever.

To do the job properly and maximize chances
of survival, it’s up to attack aircraft pilots to
identify and get weapons on target on the first
pass. Unfortunately, mistakes happen. In this
instance we were lucky, but there have been and
there will be friendlies killed in training and in
hostilities.

How do we eliminate this type of mishap?
It’s probably not possible. How do we reduce
the risk as much as possible and still remain
effective? We train, we adapt, we improve tech-
nologically, we talk and we learn. The most
immediate actions we can take are talking and
learning. This article does part of the talking—
now the rest of us need to do more.

What could the players have done differently
to prevent target misidentification? What
would you have done? Is there a range proce-
dure that needs to be changed? Are small, tight
ranges such as the one involved safe or practi-
cal, and do they provide adequate training?

If you have suggestions to make operations
safer, this is one of the forums to forward them
to. If you want to submit an article anony-
mously or otherwise, please do. If you want to
comment on an article or make recommenda-
tions, we welcome your inputs. Anybody can
learn, but unless someone is willing to take the
time to teach, many of us are oblivious to our
ignorance.

This is your magazine, please use it as a tool.



"THIS ISN'T HAPPENING "

ANONYMOUS

Back in the early ‘80s, | was assigned to a
base with F-4s. As those who have worked
the Phantom know, the F-4 is a very mainte-
nance-intensive airplane.

Once, right after we lost one of our jets, we
worked 12-hour shifts for a period of about
45 days, including Saturdays and Sundays.
Toward the end of this period, | was work-
ing the night shift, from 1800 to 0600.

One evening, we were told to put an air-
craft in the Radar Calibration hangar. | was
one of the wing walkers. While doing this,
we used a Coleman to move the aircraft to
the ramp in front of the hangar. When the
tow driver attempted to back the jet into the
hangar, he had problems keeping the jet
straight—I think it was probably because he
was fatigued. Because of this, the decision
was made to turn the tug around and push
the jet into the hangar from the front of the
Coleman.

USAF Photo

When we disconnected the Coleman, the
driver pulled away to turn around. Howev-
er, the jet ALSO began to pull away because
we had forgotten to chock it on the incline
leading into the hangar. The brake rider just
sat there, without thinking to use the brakes.
When we yelled at him to pull the T-handle
and hit the brakes, he just sat there and said,
“I must be dreaming. This isn’t happening.”

Finally, | got the idea to run to the Cole-
man and get a chock to throw in front of one
of the MLG tires. When | did, the airplane
rolled up on top of the chock. Fortunately,
the other wing walker had the same idea,
and his chock was just in time. The jet
stopped and we continued on. We never re-
lated this story to anyone.

By the way, we went back to normal shifts
soon after this incident on a Saturday morn-
ing when we lost the second jet in a time pe-
riod of about six weeks. | suppose the indi-
cators had been there—we just didn’t see
them. »-

The brake
rider just sat
there, with-
out thinking
to use the
brakes.

May 2000 e FLYING SAFETY 11



A DARK AND SGARY NIGHT

“Could be
turbulent,”
the pilot
noted. | didn’t
worry. Pilots
are stick
actuators
and, in a
proper world,
radio talkers.
What do they
know?

CAPT BOB SOWERS, USAF
VAQ-134

It was during the Cold War days, when
the Berlin Wall wasn’t for sale in gift shops
and the average East German girl weighed
240 dressed in only her chest hair. You
young pups can read about it in your histo-
ry books. | had graduated from the F-4 to
bomb dropping in the F-111E. We called it
“Whispering  Death,” although the
peaceniks camped in filthy splendor off the
end of Upper Heyford’s runway called it
something else. The local residents didn’t
seem to think it whispered very much either,
which is why we rarely flew at nights. This
made night squares hard to fill. When the
Wing decided, in their infinite wisdom, that
we could only make one bomb run per
range at night, it made night bomb squares
even harder to fill. But Wang, my pilot, and
I had a plan to “lead by example” and fill all
our squares in one night.

Takeoff went smooth, as did the flight
over to the Isle of Man. The Terrain-
Following Radar (TFR—it’s what we used
pre-LANTIRN days) descent went fine. The
aircraft pulled out of the dive at 1700 feet,
leveled off at 1000, and we swung around
the north tip of the Isle for Jurby Range. |
had previously hand-cranked the offset dial
to show the proper range (in feet) and bear-
ing (in 1/100s of degrees, or as best as |
could see in the little window). This aided
finding the target—a raft floating off the
coast. We used to worry about finding tar-
gets in the pre-GPS days. Now all we worry
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about is if the CIA has a current map. But |
digress. A few radio calls (by the pilot, as the
Lord and the USAF meant it to be), a preci-
sion-dropped radar bomb, a hit, a promise
of a bottle of whiskey to the range control
officer at Christmas—and we climbed out
for our next night square.

We made another TFR descent over water
as we prepared to enter the HRA—the
Highlands Restricted Area in north
Scotland. The only anomaly noted was as
we leveled off at 1000 feet. The winds
showed 110 knots from a direction perpen-
dicular to the ridge lines. | tried to remem-
ber what the weather guy said at instrument
school, but I've been daydreaming during
meetings for a long time. “Could be turbu-
lent,” the pilot noted. | didn’t worry. Pilots
are stick actuators and, in a proper world,
radio talkers. What do they know? We
turned the corner and headed east over the
first of those perpendicular ranges.
Moments after crossing at 1000 feet and 540
knots, the jet began *“a-buckin’ and a-
snortin’.” For those who don’t speak
Arkansas-ese, this means we were getting
the snot beat out of us. “What the *&@# are
we doing?” Wang asked. “Night squares,” |
calmly replied. The shaking stopped as we
started climbing over the next ridge.
Moments later, the 80,000 pound F-111 went
spastic again. It was kind of hard to see the
radar, E-scope and instruments. “What the
*&@# are we doing?” Wang asked. “Night
squares,” | said calmly. Well, there might
have been a little stress. Night/IMC low lev-
els weren’t my favorite, particularly when



we were being shaken like a martini. Still,
squares were squares. It smoothed out as we
crossed the next ridge, but not for long. |
think Wang said, “What the *%!& are we
doing?” but it was hard to tell because my
noggin (we don’t generally say the H word
in ACC or USAFE) kept smacking against
the canopy. “Maybe we should abort,”
Wang suggested. Or maybe he said, “We’re
aborting NOW!” It was kind of hard to tell.
We had done at least 50NM of low-level, so
I concurred. It was still hard to read the
instruments, which explained why we had
80 degrees of bank when we hit smooth air.
Of course, this is why we practice unusual
attitude recoveries.

We over-flew the rest of the HRA and
coordinated with London Mil for our drop-
in at Tain Range. We did an abbreviated TFR
descent, leveled off and turned to a rather
short final. Of course, most finals look short
on a 30NM scope. Oops. | quickly checked
the offset. Oddly enough, the Jurby offset
didn’t work at Tain. Hmmm. It was going to
take several minutes to hand crank the cor-
rect offset in. Of course, that is why we do
range study. Now no “armed” indications.
My switches looked good. Tain still looked
small on 30 mile scope. | clicked it down
while shouting “Arm it, arm it!” Wang
threw the Master Arm about the same time |
reached 5 mile scope—which is to say, at the
same time the bomb came off. “34 feet at 3,”
the ranger called. Of course, that’s why we
say it's better to be lucky than good. I told
Wang to follow my steering more closely the
next time. He didn’t know we had been in
30 mile scope, and | saw no reason to tell
him.

We climbed up and proceeded to our last
night square—Wainfleet Range. The Wing
had coordinated a new hold for use for night
bombing. We arrived a little early and began
our hold. Suddenly we noticed lights very
close to us in the hold. A few moments later
it happened again. “Umm, London Mil,
Wang 1—is anyone else waiting to get on to
Wainfleet Range?” “Roger, you’re one of 6
‘Varks holding—and kindly tell your wing
their hold point is located in rather busy air-
space.” Wang and | looked at each other for
amoment. “London Mil, Wang 1, requesting
vectors Heyford.” Time to call it a night.

That Friday | held a flight meeting. Wang
and | reviewed what happened and why. |
pointed out it was my responsibility as
flight commander to see they were sched-
uled enough times at night to get their
squares filled safely. If (as happened) the

Wing canceled night flying early, it was my
job to take the heat. It was NOT their job to
cram a butt-load of squares into a single
night sortie.

So what lessons from this fun-filled night
still apply?

1. Priorities. Squares are a good thing to
fill, but four IMC TFR descents, three
night/IMC radar bombs and one
night/IMC low-level may have been too
much for one sortie. Add in winds over 100
knots and new range patterns, and it proba-
bly was too much. Add in it was Wang’s first
IMC TFR flight in the UK, and it was defi-
nitely too much. Filling squares isn’t as
important as coming home to momma. The
modern military spends a lot of time and
hours patrolling the world. Training is hard
to come by. But that’s the job of generals.
Our job is to train safely.

2. Turbulence. It isn’t always a minor
thing. Later that evening, another F-111
entered the HRA. They aborted when they
could no longer see the instruments. When
things smoothed out, they had 135 degrees
of bank, 20 degrees nose low going back
down through 5000 feet. They recovered,
but some words of advice from us to
London Mil might have prevented a possi-
ble tragedy. “Being lucky rather than good”
isn’t the way to get old in aviation. Weather
that can toss around an F-111’s 80,000
pounds of manliness can also do number on
Prowlers—or anyone else.

3. Pacing. We spent too much time think-
ing about what went wrong/right on the
previous event, and not enough time
preparing for the next one. You cannot
change the past, but what you do in the pre-
sent can change the future. The HRA wasn’t
going to be smooth regardless, but our
bombing passes would have gone better if
we had spent the medium altitude time
preparing for the next event instead of
rehashing the previous one. If something
goes wrong, either put it behind you or...

4. Know when to quit. We had all the
lessons we needed after aborting the HRA.
When you’ve been rattled, either literally or
figuratively, you don’t need to jump imme-
diately into another demanding event. If it
was bad enough to interfere with your
preparation for the next event—quit and fly
another day. You’ve learned enough for one
flight. »-

(Capt Sowers is a former F-111 WSO and is now serv-
ing as an ECMO with VAQ-134, a Navy Expeditionary
EA-6B squadron.)
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In less than
30 seconds
we found
out, the
hard way,
that “what
the matter
was” was
oxygen
deprivation.

TSGT RONALD MAY
439 AW
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We two crew chiefs had started our duty
day on the flightline at 0700 and worked a
“straight eight.” We were also the designat-
ed flying crew chiefs scheduled to accompa-
ny one of our C-5s off-station.

The crew briefing was at 1545, and it cov-
ered plans for a 1730 ERCC (engine-running
crew change) and immediate departure for
the off-station field. The ERCC went rela-
tively well, at least as C-5 launches go. Once
airborne, we decided to take a nap because
we knew that when we landed we would
have to hit the ground running to get the air-
plane bedded down and refueled, drive 30
minutes to the hotel, and get some sleep for
an 0-dark-thirty departure the next day. In
addition, I was looking forward to going out
to supper with my sister, who lives not too
far from our destination.

About two hours into the flight, the flight
engineer woke us to ask if we had a set of
Allen wrenches in our tool kit. He said a
knob was loose on the engineer’s panel. We
said we did, but it was down in the cargo
compartment. | remember thinking the air-
plane seemed colder than usual, but chalked
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it up to having just woke up.

So, down the flight station ladder we went
to get the tool. As we came back up through
the flight station door, | tripped and fell. |
remember thinking, “I’ve been up and
down these stairs a thousand times and
have never fallen. What is the matter with
me?” In less than 30 seconds we found out,
the hard way, that “what the matter was”
was oxygen deprivation. | picked myself up
and handed the tool to the flight engineer,
then felt myself falling again, and heard, in
the distance, someone say, “GET A MASK
ON HIM.” My next recollection wa